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CHAPTER I
INTRODUCTION
The terms used to form the title of this paper are quite 
frequently used in many studies and subjects and sometimes there are 
overlapping interpretations with other terms which may or may not 
have the same meaning. In order to minimize such overlapping in­
terpretations, I would like first to explain what is meant by the 
terms "sub-region'' and "co-operation" as far as this paper is concer- 
ned.
In several occasions , some speakers and writers use the 
term region and sub—region interchangeably; but generally and in prac— 
tier a region is a geographical phenomenon implying an area of the 
earth that is differentiated from other by one or more criteria which 
tend to be more physical rather than otherwise. On the other hand, a 
sub-region is a section of a region, but the differentiation between 
one sub-region and another is not very much pronounced by physical 
criteria, but rather more by political, economic or other characte- 
tics. It is quite easily understood when one speaks' of regions such 
as Africa, North jlimerica, South America and Caribbean; because physi­
cal boundaries for such regions are known, however it is not the same 
when one speaks of sub-regions such as Southern Europe, East Africa, 
Central Africa and Central Asia, etc... A sub-region like East Africa, 
can be expressed to comprise only the former East African Commxmity 
member states, that is Kenya, Tanzania and Uganda', while on the other 
hand it can mean more than those three countries as to the case of 
this paper. Therefore, the term sub-region is-rather an intellectual
2concept created by the selection of certain features that are rele­
vant to a particular purpose or problem. Hence once a sub-region has 
been so designated,its validity is related to its ability to carry out 
the tasks for which it was designed.
Having tried to explain what it is implied by sub-region,
then let's see what does the East Africa sub-region intends to imply
according to this paper and consequently the criteria used to arrive
into such grouping of countries. The countries included in this sub-
*€region basically are Kenya, Mozambique, Somalia, Tanzania, Malawi, Bu­
rundi, Rwanda, Uganda, Zambia and Zimbabwe. The first four(4) countries 
are coastal States to the Indian Oeean, while the others are nei^bou— 
ring landlocked countries and important users of port facilities and 
other transport facilities in and throu^ the four (4) coastal States. 
However, besides the ten (IO) States mentioned above there are States 
which already have formal co-operation agreements with some or all of 
the nine (9) States, thus in subsequent chapters more countries are li­
kely to be mentioned in one way or another.
Bearing in mind that the major theme of this paper is mariti 
me co-operation, a major portion of criteria used in selecting the grou 
ping of East Africa sub-region is based on the followings;
(i) Maritime activities which focus on major sea ports 
and other coastal facilities;
(ii) The existing formal co-operation agreements among 
these States, covering a wider spectrum than only
the maritime activities.
<»
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Before going further, it is important to mention the or— 
ganizations/institutions which exist as of result of co-operation 
agreements within the suh-region. First, there is an agreement that 
formed the Southern Africa Development Co-ordination Conference 
(SADCC) which includes Angola, Botswana, Lesotho, Malawi, Swaziland, 
Tanzania, Zambia and Zimbabwe. The grouping is not identical to the 
East Africa sub-region, as defined earlier, simply because of parti­
cular problems intended to be tackled by the SADCC member states.
Those problems can be traced in the main four (4) goals for the  ^
(SADCC), as declared in Lusaka, Zambia in 1980. The goals are :
— reduction of economic dependence on South Africa (more 
of political goal)
- building genuine sub-regional integration
— mobilizing support for national, inter-state and sub­
regional projects
- acting in concert to win international backing for the 
above stated goals.
Another organization is the Preferential Trade Area (PTA) 
for eastern and southern African States covering a wider range of coun­
tries - all SADCC member States and including Kenya, Djibouti, Ethiopa, 
Somalia, Burundi, Rwanda, Mauritius, Comoros and Uganda. The basic ob­
jectives of PTA are to harmonize and facilitate trade; to improve and 
develop communication and transport network among the member States.
A quite important organization,especially for the ‘maritime 
sector, is the Intergovernmental Standing Committee on Shipping 
(ISCOS), establish in 196? by the four Governments of Kenya, Tanzania,
Uganda and Zambia, in order to promote and safeguard their common in­
terest in matters of ocean shipping.
Co-operation in its proper use does not outright mean inte­
gration but rather a stepping stone towards integration and joint ven­
tures; therefore, countries can co-operate in various activities and 
for quite a longer period of time without integration of those diffe­
rent activities into one sub-regional institution. Other grouping of
countries can decide to integrate some of the common activities from
(«
the very beginning, while other activities, co-operation is only to 
the level of exchange of information and offering mutual assistance 
when needed. Nevertheless, this paper is not confined only to the low 
level of co-operation but it aims to cover the essential and viable 
sort of co-operation and even integration, where possible, of various 
maritime and related activities in the sub-region.
An obvious question one should try to answer is why should 
countries co-operate to solve certain problems?. Countries like indi­
vidual human beings can have common problems and similar interests in 
various matters, consequently,circximstances put them in a such a si­
tuation that, in order to solve those problems or because of the com­
mon interests, co-operation become essential and even necessary. Some­
times mutual activities taking place within a region.may, in time, lead 
to the creation of what is often termed as •' sub-regional consciousness 
on the part of all or sane of the inhabitants. Another motive for co­
operation is the benefits._a^ .spcj.ated with the._fi.aonomies of scale and 
pooling of the re^ ource^ -^-and these 'benefits, individual countries on
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their ovm see no possibility of attaining them. Difficulties to es­
tablish legal rules of global vadidity for special cases, leave sub­
regional approach as an appropriate move towards .seeking solution to 
some problems posed by the nximber of situations.
Finally, most of international conventions advocate for 
co-operation among States at various levels - global, regional and 
sub-regional - depending- on different nature of problems and circums­
tances. A typical example is the United Nations Conference on the Law 
of the sea, where the confcept of regionalism - the same can be ?aken 
to mean sub-regionalism - is called in aid in the form of regional or­
ganization or centres to provide solution to the prevailing challen­
ging problems and also to help to narrow the gap between the industria­
lized and developing countries.
As stated earlier, co-operation is for the purpose of com­
mon interest and similar problems and also aiming for easier, most ra­
tional and promising solutions to the particular problems involved. 
Nevertheless co-operation, regardless of its romantic aims and purpo­
se, does not come from the thin air like dew, instead there are condi­
tions necessary and even sacrifices needed from those opt to co-opera­
te, To begin with they (countries that are to co-operate) should know 
that co-operation means a harmonious way of working together of non­
identical countries, for the purpose of combining their resources in 
order to exploit the opportunities and share the risks. As one of the 
principal pillars of co-operation is the principle of "give and take”, 
which must be supported from the very beginning by the notion that
V ,
there should not he "winners” or "losers" hut instead harmonized va­
rying skills that partners are ahle to contribute in the interest of 
all. Broadly speaking individual human heings and individual cotintries 
remain suspicious of one another, hut for co-operation to exist, a 
certain degree of trust and confidence is necessary among the part­
ners likewise whenever difficulties occur they should he handled with 
consumate care to maintain perpetual motivation of all partners and 
they should "sell" and "purchase" from each other.
Knowing that the maritime sector hy itself is a very«hroad 
area of activities, this paper entails to cover only certain areas 
within the maritime sector that may he of(Considerable importance for 
the East African countries to co-operate for the purposes already men­
tioned and some of which will he further elaborated in the subsequent 
chapters. The areas therefore covered are: the promotion and protec­
tion of shippers' interests, the harmonization of ports development 
and planning, and the protection of the marine environment and marine
research.
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CHAPTER II
PROTECTION AND PROMOTICaJ OF SHIPPERS^ INTERESTS AND SUPPLY OF SHIP­
PING SERVICES
The east African sub-region is rather a shipping service 
consumer than a supplier, consequently the need for protection and 
promotion of shippers' interests is of prime importance, however 
such a prevailing situation should not taken to imply that, the sub- 
region should ignore the supply side of shipping service. The deve-
I*
lopment of shipping capabilities (supply side) by the member states 
of the sub-region can have positive effects on the promotion and pro­
tection of shippers' interests and a wider spread effect on the eco­
nomy of the area (this point will be discussed further at the end of 
the chapter). It would not be sufficient to j\imp a step ahead discus­
sing co-operation by shippers in protection their interests at a sub­
regional level without first looking into how shippers should be or­
ganized at a national level, otherwise a sub-regional co-operation 
without grass-roots at national levels may end-up to be less effecti­
ve or short-lived undertaking. Therefore to begin with, a general re­
view as who are the shippers at a national level and how they inter­
act with the suppliers of shipping services is necessary. The aware­
ness and willing to co-operate among shippers does not only consoli­
date shippers' power or strength when facing their major counterparts 
- conference lines which operate as cartels to discuss matters like 
frei^t rates, bunker surcharges, currency adjustment factors, etc., 
in improving services rendered to them by port operators, freight for­
warders, customs, road haulers, rail-road operators and air transporters.
8a
Shippers at a national level
For the purpose of this paper, the shipper(s) is used to 
include regular transport user in the movement of goods either as a 
buyer or a seller and also involved in the procurement of the trans­
port service needed for the movement of those goods. However the dis­
cussion concentrates more on the shippers who are the users of marine 
transport services and then linked to the other modes of transporta­
tion due to the fact that their needs for transport do not only stop 
at the quay side of a port.
Most of East African economies, with the exception of Zam­
bia and to a lesser extent Zimbabwe, are agricultural oriented, con­
sequently most of the exports are agricultural commodities and a si­
gnificant portion of imports constitute a variety of commodities, Ilnli- 
ke the rest of theE&,st African countries, Zambia's main exports are 
minerals, mainly copper, zinc and cobalt; and the mines for these mi­
nerals are concentrated in one main area of the country, known as 
” the Copper Belt Zimbabwe's exports are a mixture of agricultu­
ral products, minerals, semi-finished and manufactured goods - it has 
a stronger industrial base than the other co\intries in the sub-region. 
In addition to that, Zimbabwe has a unique feature from the other 
coiintries, that of relatively strong private sector with diversifica­
tion of importers and exporters. Exclusively :An Zimbabwe, most the 
shippers in the area are semi-govemmental organisations entrusted 
with the task of buying and selling most of agricultural commodities 
and minerals; hence they are not direct producers, but play the role 
of "middle men". Though in countries like Kenya and Tanzania produ-
a 9.
cers' co-operative iinions had existed since the colonial period, the 
establishment of these semi-govemmental organizations like Tanzania 
Coffee Authority, State Mining Corporation, Kenya Tea Development Au­
thority, etc., their effectiveness towards farmers' interests have 
very much appeared to be insi^ iificant compared to the co-operative 
unions. Once the producers of agricultural and mineral commodities ha­
ve sold their products to the organizations, that becomes the end of 
their role in any further transactions, hence the "middle men" take o-
*4
ver as shippers. The operations of most of these organizations and 
their relationship with the producers,^specially farmers, have not 
been satisfactory, leave alone considerably hi^ overhead costs incur­
red by the organizations which are detrimental to the earnings of the 
real producers. It is now encouraging to see Tanzania deciding to re-
the co-operative unions and may in future more farmers and
— ■ ”  — —
other producers' associations will be encouraged while the abolition 
of the "middle men" organization is taking place.
None in any of the East African countries exist a well-es­
tablished organization bringing shippers together either in a form of 
shippers' council or any sort of association, which is important as 
forum in discussing matters of mutual interests including freight 
charges by the transport operators , customs procedures and services 
offered by the port operators. As it has been mentioned before, most 
of the big shippers are semi-govemmental organizations which are not 
directly involved in the actual production of the commodities that 
they sell and buy, and their costs of operations are covered by ear-
o
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nings from the selling of the commodities. To quite an extent such 
a set-up has made these organizations less cost conscious, hence the 
need to negotiate for competitive transport rates is not given the ne­
cessary importance, because the actual price taker including the 
transport costs is the producer. With the hope that privatization 
(in large scale farming and other sectors) is growing quite fast and 
also for some years rates of transport costs have been increasing fas­
ter' than the real prices of most of the commodities, the need for ex­
porters and importers to co-operate is veiy necessary. ^
Experience in some developed countries most notably in Wes­
tern Europe, has shown that shippers themselves have taken much of ac­
tion needed to protect their interest by forming shippers' council and 
establishing consultation procedures with treinsport operators. Eowever 
in developing countries the situation is somewhat different, because in­
dividual producers are either small i.e. produce relatively small quanti­
ties, or big exporters are semi-govemmental organizations as already 
discussed. Governments in developing countries can not rely upon their 
shippers or producers to take the initiative, instead government should 
make the move. The west African sub-region is a good example, where the 
Ministerial Conference in 1975 recommended that the twenty five (25) 
west African countries should establish national shippers councils. The 
importers and exporters pay the council's levies based on the value of 
their trade - normally of cost and freight - for the running of the 
council. The councils do not only fi^t for the best deal for the ship­
pers, but also participate in the sub-regional negotiations with the 
conferences \mder the umbrella of the Ministerial Conference, of west 
African States, which function as a sub-regional shippers' council orga-
BB
nization.
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UNCTAD, one of the United Nations agencies which has been 
in fore-front in promoting development in developing countries, since 
its inception in 1974* came up with the United Nations Code of Con­
duct for Liner Conferences which came into force on the 6th October 
1983. Prom the drafting stage of the code, the special needs and pro­
blems of developing coiintries were given considerable emphasis, espe­
cially those related to liner conferences serving their trades. In the 
preamble, as one of the objectives of the code it is stated that, "The
objective to ensure a balance of interests between suppliers and users
•«
of liner shipping services, and the principle that conferences hold 
meaningful consultations with shippers' organizations, shippers' re- 
presentives and shippers on matters of common interest with, upon re­
quest, the participation of appropriate authorities" 1/. The objective 
of balance of interests between shipowners or ship operators and ship­
pers, and the principle of meaningful consultations are among the set 
objective and principles spelt out by the code, but the balanced inte­
rests and meaningful consultations are the pillars of international re­
cognition of collective bargaining power shippers can and should exer­
cise in order to safeguard their interests and in addition, to facili­
tate the orderly expansion of the world seaborne trade. The definition 
of shippers' organization by the code is very clear and it is stated to 
be, "An association or equivalent which promotes, represents and pro­
tects shippers' interests and if those authorities of the country who­
se shippers it represents" 2/. The establishment of shippers' organiza­
tion in the form of shippers' council or any other form can be expres­
sed as one of the necessary conditions in the implementation of the co­
de, but in addition to their establishment they must be recognized•by
the appropriate authority. By appropriate authority according to the 
code, it means a government or a body designated by a government for 
the purpose of performing those functions provided by the code. The­
refore it is the task of the governments of developing countries to 
take the initiative in organizing the shippers, otherwise those spe­
cial problems and needs fought for several years of hard negotiations 
within UNCTAD will be a wastage of human effort at an international 
level.
As’ from 1974 when the code was adopted, some developing 
countries, throu^ the initiative of the governments, have established 
shippers' organizations which have become quite powerful and influen­
tial that a wave of worries by the traditional maritime countries (ma­
jor suppliers of shipping services) on the trend of events which they 
never or little anticipated led to the adoption of the Brussels Packa­
ge as a guideline for the EEC and to a broader extent the OECD coun­
tries in satisfying the code. Developing countries which have not yet 
made any step towards the implementation of the code, may not be in a 
good position in expressing their views or even to defend their inte­
rest during the reviewing of the code in 1988» five (5) years after 
entering into force.
The Role of Government
For quite some time governments of the sub-region states of 
east Africa have been actively engaged in matters concerning maritime 
transport and also shippers' interests, however their participation, 
or involvement has been at the role of appropriate authorities rather 
than that of shippers' organizations. The vacuvim for shippers' organi-
zation still exists, especially at the national levels. At the sub­
regional level (to be discussed later), ISCOS has played a remarkable 
role in protecting and promoting shippers' interests, but in its capa­
city £LS a "sub-regional appropriate authority", because ISCOS is an­
swerable for the four (4) member governments and directly for ship­
pers, Nevertheless there is a need for some modification to make ISCOS 
more closer to the shippers of the sub-region-
Certain procedures can be followed in establishing national
Mr
shippers council, and as stated earlier, government should spear-head 
this task. The following stages can be taken into consideration (l ha­
ve picked Tanzania as a main example) :
1- The Ministry responsible for trade or transport and 
shipping should co-operate with other ministries and 
organizations in formulating a plan as a basis of es­
tablishing a shippers organization.
2- National seminars and workshops should be organized 
as the first step in bringing shippers together, dis­
cussion should include shippers' right and duties as 
provided by the code, the Hamburg rules, the Hague 
Visby rules, the York-Antwerp rules, the Multimodal 
convention and national policy and law.
5- Members of national working group in the establish­
ment of shippers organization should be appointed af­
ter two or more seminars. The Chairman of the working 
group can be from the responsible ministry, but the 
composition of the group should not be dominated by 
the officials from non-shippers institutions such as
government ministries.
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4- The working group should formulate proposals which 
should then be discussed during international semi^ 
nars*: No'doubt shippers willingness tp safeguard 
their interests collectively exists, what may be 
lacking is a guide from appropriate authority.
5- A shippers' organization to be established can be in 
a form of an association headed by a chairman, but 
with nO'permanent secretariat or in a form of a co\in- 
cil with a permanent secretariat, but the scope of 
its activities to be undertaken will determine what
ft
kind of set-up is required. A permanent secretariat 
stuffed with competent personnel should be able to 
cover areas like freight investigations, data collec­
tion, research in cargo consolidation, alternatives 
in transportation system, preparation for consulta­
tion with transport operators, facilitation in docu­
mentation and customs procedures.
Desires to establish a shippers' organization in Tanzania 
has existed since late 1970s when the ministries of Trade and Trans­
port took the initiative to establish a committee comprised of officials 
from the two ministries and also others from the Board of External Trade, 
National Shipping Agency, Central Freight Bureau, Ministry of Justice 
and exporting and importing organizations. The committee was entrusted 
with the task of making a study on the establishment of a shippers' or­
ganization. Myself, I had the opportiinity to be a member of the commit­
tee'for three months, and I am sorry to say that no significant pro­
gress had been attained by the end of 1983» due to a n-umber of reasons
a
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(p e rso n a l v iew s) in c lu d in g  th e  fo llo w in g s  :
( i )  I Though th e  conim ittee i s  drawn from govern­
ment o f f i c i a l s ,  p a r t i c ip a t io n  o f members from non­
governm ental o rg a n iz a tio n s  in  t h e , com m ittee m eetings 
h as  been v e ry  i r r e g u l a r ,  co n seq u en tly  i t  has ren d e ­
re d  th e  com m ittee in e f f e c t iv e  in  m aking m eaningfu l 
p ro p o s a ls .  The s i t u a t io n  has been a t t r i b u t e d  by 
la c k  of aw areness from th e  s h ip p e r s ; and t h i s  can be
c o r re c te d  by co h d u c tin g  n a t io n a l  sem in ars  in  o rd e r
*€
to  e n l i ^ t e n  sh ip p e rs  on what a re  t h e i r  r ig h t s  and 
d u t i e s ,  c u r re n t  developm ents in  in te r n a t io n a l  s h ip ­
p in g , e t c .
( i i )  N a tio n a l sh ip p in g  sem in ars  which a re  h e ld  once
ev ery  y e a r  (o rg an ized  by th e  m in is t iy  o f  t r a n s p o r t )  
have n o t y e t  p u t adequate  em phasis on th e  need o f na­
t i o n a l  s h ip p e rs  o rg a n iz a t io n ,  even d u rin g  th e  l a s t  
y e a rs  sem inar h e ld  in  D ar-es-S alaam  from 27 th  to  28 th  
Septem ber 1984, one of th e  p a p e rs  p re s e n te d  (on term s 
o f shipm ent and in c id e n c e s  o f  f r e i ^ t  r a t e s  in  deve­
lo p in g  c o u n tr ie s )  on ly  m entioned  s h ip p e rs  c o u n c il as 
one of th e  i n s t i t u t i o n a l  m easures by d ev e lo p in g  coun­
t r i e s  to  assume c o n tro l  o v er t h e i r  c a rg o e s . A more 
b ro a d e r  l e c tu r e  and d is c u s s io n s  on th e  s u b je c t  cou ld  
s t im u la te  s h ip p e r s ' aw aren ess . F o r tu n a te ly  among th e  
r e s o lu t io n s  p u t fo rw ard  a t  th e  end o f th e  sem inar i s  
th e  need  o f th e  government and i n s t i t u t i o n s  in v o lv ed
in  m aritim e a f f a i r s  to  encourage and to  o rg an ize  j o i n t -
9
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l y  o r  s e v e r a l ly  aind in  c o l la b o r a t io n  w ith  o th e r  go­
vernm ents and in te r n a t io n a l  i n s t i t u t i o n s  o r  o th e r ­
w ise c o n fe re n c e s , sem in a rs , w orkshops, d e b a te s  and 
p u b lic  l e c tu r e s  to  d is se m in a te  m aritim e in fo rm a tio n  
w ith  a  view  to  g e n e ra tin g  en thusiasm  and i n t e r e s t ,  • 
and im pact m aritim e knowledge and te c h n iq u e s . Such 
a  r e s o lu t io n  g iv es  in d ic a t io n  of hope f o r  f u tu r e  s e ­
m inars to  use  advan tage  o f knowledge o f e x p e r ts  from 
in te r n a t io n a l  i n s t i t u t i o n s  l i k e  UNCTAD, IMO, e t c ,m
( i i i )  As a lr e a d y  m en tioned , to  run a  s h ip p e rs  o rg a ­
n iz a t io n ,  funds must be a v a i l a b le ,  which means th a t  
s h ip p e rs  sho u ld  c o n tr ib u te  to  th e  o r g a n is a t i o n 's  bud­
g e t e i t h e r  in  a form o f l e v ie s  based  on th e  v a lu e  of 
t h e i r  tr a d e  o r nay  o th e r  way to  be ag reed  upon. Accor-r 
d in g  to  th e  s h ip p e r s ,  th e  fu n d in g  w i l l  be a  f in a n c ia l  
burden ta k in g  in to  acco u n t t h a t  th e y  a re  a l s o  pay in g  
l e v ie s  to  th e  C e n tra l F r e i ^ t  Bureau (CFB) which i s  
a  cargo  booking  o f f i c e .  This p a r t i c u l a r  problem  can 
be re s o lv e d  in  one o f th e  ways. In  o rd e r  to  m inim i­
ze th e  f in a n c ia l  bu rd en , a  s h ip p e rs  a s s o c ia t io n  w ith ­
out a  perm anent s e c r e t a r i a t  can be e s ta b l i s h e d  and 
because CBF depends on th e  l e v ie s  from s h ip p e r s ,  th en  
i t  sh o u ld  be e n tru s te d  w ith  th e  fo llo w in g  ta s k s ;  
c o l le c t io n  o f d a ta  n e c e s sa ry  in  a d v is in g  s h ip p e r s ,  
f r e ig h t  in v e s t ig a t io n  ( in  a l l  modes o f t r a n s p o r t ) ,  re  
s e a rc h  in  cargo  c o n s o l id a t io n ,  p re p a ra t io n s  o f consu l 
t a t i o n  w ith  t r a n s p o r t  o p e ra to r s ,  e t c .  O ther a l t e m a -
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t i v e  i s  to  r e - s t r u c tu r e  CFB in to  a  s h ip p e rs  c o u n c il 
u t i l i z i n g  th e  CPB p e rso n n e l a s  an i n i t i a l  base  o f 
c o u n c il s e c r e t a r i a t .  T h is second a l t e r n a t i v e ,  i f  g i ­
ven a  t h o r o u ^ l y  s tu d y , s h ip p e rs  would more l i k e l y  
su p p o rt i t  than  th e  f i r s t  one, c o n s id e r in g  th a t  th e  
f i r s t  a l t e r n a t i v e  n e c e s s i t a t e s  e x is te n c e  o f two o rga­
n iz a t io n s ,  one e s ta b l i s h e d  by th e  a c t  of p a r lia m e n t 
(CPB) and a n o th e r  one which i s  j u s t  an a s s o c ia t i o n .
The p o s s i b i l i t y  o f one g iv in g  d i r e c t i v e s  to  th e  o th e r
NT
i s  v e ry  d e f i n i t e .  The m ost l i k e l y  problem  w ith  th e  s e ­
cond a l t e r n a t iv e  w ith  th e  l e g i s l a t i v e  p ro c e d u re s  to  be 
fo llo w ed  in  o rd e r  to  r e - s t r u c tu r e  CFB and can tak e  lo n ­
g e r tim e .
In th e  o th e r  e a s t  A frica n  c o u n t r ie s ,  th e  e s t a ­
b lish m en t o f n a t io n a l  s h ip p e rs  o rg a n iz a tio n  ( p r e f e r a ­
b ly  s h ip p e rs  c o u n c ils )  sh o u ld  a ls o  be g iven  an u rg e n t 
p r i o r i t y  and th e  need  to  s a fe g u a rd  s h ip p e rs  i n t e r e s t s  
be s p e l t  ou t in  th e  n a t io n a l  sh ip p in g  p o l i c i e s .  The 
coxm cils sh o u ld  th en  d e a l n o t on ly  w ith  m aritim e  t r a n s ­
p o r t  b u t w ith  a l l  modes o f t r a n s p o r t  m a tte r s  a f f e c t i n g  
s h ip p e r s ;  prim e purpose  b e in g  to  u n i te  s h ip p e rs  and 
■give them th e  n e c e s sa ry  b a rg a in in g  s t r e n g th  to  o b ta in  
adequate  and e f f i c i e n t  s e r v ic e s  a t  th e  minimum c o s t s .
P ro p o sa l f o r  O rg a n iz a tio n a l S tr u c tu re  f o r  N a tio n a l S h ip p e rs  C ouncil
O rg a n iz a tio n a l s e t- u p  o f a  n a t io n a l  s h ip p e rs  co iin c il w i l l  ha­
ve l i t t l e  d if f e r e n c e  i f  any , w hether i t s  e s ta b lis h m e n t i s  by th e  a c t  of
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parliament or by presidential decree, what is fundamental is the pur­
pose of its existence. The following structure can be adopted for or­
ganizational set-up of a national shippers council (see next page).
Duties and Functions
Shippers' Assembly : This is the main body of all members of the natio­
nal Shippers'Council, and it supposes to meet once or twice in a year or 
otherwise. Main tasks include giving final approval on issues like the 
Secretariat budget, appointing of Board or Council members and appoint­
ment of chairman of the Board,
Board or Council of members : To be ccmposed of a limited number of ship­
pers, approximately ten(lO) or twelve(l2) members who will take the task 
of board of directors headed by the chairman of the board. Most of the 
board members should be representatives from the major shippers, however 
smaller shippers collectively and based on lines of activities should e- 
lect the representatives to the board. The board will be the main advi­
sory body to the Secretariat and in charge of the assembly meetings.
Permanent Secretariat : Permanent staff of the shipper council forms
the secretariat headed by an Executive Secretary or Managing Director, 
in charge of the day to day activities of the shippers' council. The se- 
cretariat can then have four(4) major departments : shipping; road, rail­
ways and air transport; finance; and administration each headed by a ma­
nager or an executive officer. Road, railways and air transport depart­
ment can be quite useful in dealing with matters such as multimodal trans­
port system and documents, movement of container in land, rates charged
ORGANIZATIONAL STRUCTURE OF NATIONAL S H I P P E RS  COUNCIL
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■fay freight-forwarders, air cargo rates, movement of dangerous goods 
from the port areas, inland wards, etc. The shipping department can be 
sub-divided into two sections; one responsible for booking of cargo and 
the other for research and investigation on shipping matters. Booking 
unit can recommend to the shippers the shipping company to ship their 
cargo, and when doing so, reasons should be given to the shippers. After 
certain period of time (e.g. six(6) months), the Secretariat should re­
view the movement of cargo and see whether its recommendations were fol­
lowed, if not shippers should explain why and what were the reasons and 
benefits for their decisions. Research and Investigation \mit should 
build up data which will include cargo flows, vessels and vessel move­
ments, port facilities against vessel requirements. All studies should 
aim at reducing long-term transport costs and also uncover the facts and 
figures which will guide so\uid policy and decision to be taken by the 
shippers' council and also the government and appropriate authority.
Shippers at sub-regional level
The nonentity of national shippers' organization in the sub- 
region could have adverse effects on shippers and to a broader scale on 
national interests; nevertheless seme governments within the sub-region 
realised the need and importance of collective effort in safeguarding 
and promoting their common interests in matters of ocean-shipping, con­
sequently this led to the establishment of the Intergovernmental Stan­
ding Committee on Shipping (iSCOS) in 1967. Besides the need of collec- 
•tive effort, there are factors which played and. still have a signifi­
cant role in bringing together the ISCOS member states i.e. Kenya, Tan-
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z a n ia ,  Uganda and Zeunbia, as f a r  a s  sh ip p in g  i s  co n ce rn ed . Those fa c ­
t o r s  in c lu d e  th e  fo llo w in g s  :
(i) The four(4) cotintries have generally the overseas 
trade partners and most of the trade is through the 
same ports and consequently the use same shipping li­
nes. This factor automatically leads to the four(4) 
countries to have the impact on their trade especial­
ly in frei^t rates, port charges, selling and buying 
prices, other requirements to trade such as packing, 
customs procedures, inland movemeit of traffic, etc.
( i i )  A ll th e  e a s t  A frica n  p o r ts  s t a r t i n g  from N aca la  in  
Mozambique to  th e  e a s t  c o a s t o f Som alia a re  reg a rd ed  
by s h ip p in g  l in e s  as  a  s in g le  range f o r  th e  purpose o f 
f r e i ^ t  r a t e s ,  th u s  un ifo rm  r a t e  l e v e l s  and o th e r  s h ip ­
p in g  c o n d itio n s  a re  a p p l ie d .
(iii) In 1966 the four(4) countries formed a joint ship­
ping line - the defunct Eastern Africa National Ship­
ping Line. This had a very considerable influence in 
the creation of the ISCOS.
(iv) In addition to the above mentioned factors, the e-
vent of the Suez Cauial closure had considerable effects 
on the east African trade due to the fact that, the ca­
nal was and still is a major connection between east 
African countries and their traditional trade partners, 
the western Europe. The closure of the canal in 19^ 7 
led to the announcement of General Rate Increase (GRI)
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by the major conferences, this was quite a big shock 
to the trade, hence the four(4) countries had to form 
an organization which could bring pressure on confe­
rence lines to minimize rate increases in order to 
protect and improve their economies.
Organizational Structure and funding of ISCOS
The organizational structure of ISCOS is shown in figure 1. 
The top authority is the government ministers responsible for shipp:^g 
matters in the four(4) member states. The Standing Committee is compo­
sed of the Permanent/Principal Secretaries of the ministries or their 
senior representives and its f\inctions as the board, headed by a chair­
man, a post which rotates biannually among the member States. A perma­
nent Secretariat which is responsible for the day to day activities of 
ISCOS is then headed by a Secretary General and supported by a team of 
well-trained and skilled economists together with other administrative 
staff. The Secretariat is based in Mombassa, Kenya. The Standing Commi­
ttee discusses administrative matters and specific policy issues and 
projects in addition to negotiations with Conferences and Shippind Lines 
on matters such as frei^t rate increases, bunker surcharges, currency 
adjustment factors, port congestion surcharges, etc.
The Secretariat studies all claims by shipping lines inten­
ding to increase freight rate or imposing surcharges and then advised
f
the Standing Committee through internal consultation meetings on steps 
to be taken during the consultation with the shipping lines or conferen­
ces. This is one of the main functions and objectives of ISCOS which are
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FIGURE 1
structure
MINIST^ RESPONSIBLE FOR SHIPPING 3N MEMBER STATES
___.yj__
STANDING committee 
REPRESENTATIVES PROM THE pOUR MEMQER STATES.
CHAIRMANSHIP RC/TATES AMONG THE FOUR STATES ANNUALLY. 
COMMITTEE'S DECISION USUALLY igg^ UNANIMOUS CONSENSUS,
SL—
PUL TIME SFXRETARlAr 
TO SERVICE THE COMMITTEE, RESEARCH, PREPARES 
PAPERS FOR committee MEETINGS, CONTINUALLY IMFORMS 
COMMITTEE MEMMERS AfiOUT SHIPPING eVEMTS AND ISSUES.
CURRENT ESTABLISHMENT: SECRETARY GENERAL, SENIOR
ECONOMIST, THREE ECONOMISTS AMD TWELVE SUPPORTING 
STAFF.
METHOD OP FUNDING: EQUAL C.i intRIHUTIONS &Y m£m m ER
GOVERNMENTS.
KEY
0  Direction of Authority.
DHccfion of adyice and information.
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spelt out in its establishment agreement as follows t
a) To co-ordinate research and investigations into mari­
time frei^t rates and shipping conditions.
b) To advise member governments on shipping matters.
c) To represent member governments in negotiations on ship­
ping matters as it may be instructed by the Governments 
from time to time.
d) To promote and safeguard the common interests of mem­
ber States in maritime transport.
Funding
In order to run the Secretariat, the member states contribu­
te equal amount of money for the annual budgets; and despite the econo­
mic and financial difficulties experienced by the member states for so­
me few years, they continued giving high priority to the contributions.
Achievements of ISCOS
The existence of ISCOS up to the present day by itself is an 
achievement because the two(2) main pillars which ISCOS was built on, 
did collapse, that is the defunct Eastern Africa National Line and the 
East African Conuntmity; and it^ s no doubt the success and achievements 
of ISCOS since its inception sent a clear message to the member states
j'"that their support to the organization is^their own national economies. 
Also it is already mentioned that none of the east Africsin countries 
has national shippers' council, which could oppose the actions of ship­
ping lines in raising frei^t rates, therefore without ISCOS, frei^t
<9
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rates could have been raised perpetually. The composition of ISCOS 
membership is quite \inique, as two member states are coastal states, 
Kenya and Tanzania, while the other two are land-locked coiintries i.e. 
Uganda and Zambia, The two land-locked countries use the ports of Mom- 
bassa and Dar-es-Salaam for their imports and exports and are well con­
nected to these ports by major roads and railways.
East Africa seaborne trade is very much dominated by ship­
ping conferences (and a few independent shipping lines) which for sme 
times had the monopoly of the trade, enabling them to dictate shipping 
terns aind conditions on the governments and the shippers. However,
ISCOS took necessary steps to rectify the situation by formulating a 
consultation and negotiation machinery in order to safeguard the inte­
rests of shippers. At present no conference or shipping line operating 
in the major routes (as shown in table l) serving the sub-region trade 
can bring about changes in the freight rates or other shipping terms and 
conditions without consulting ISCOS and justifying the changes with ne­
cessary data and information. The consultation procedures have not been 
imposed by ISCOS on the conferences and shipping lines instead is mu­
tually established taking into consideration recommendations and guide­
lines set-up by UNCTAD through the code of conduct of liner conferences. 
The procedures established and agreed upon are as follows :
a) ISCOS should always be consulted before any action is ta­
ken to introduce a rate increase or a surcharge,
b) A notice of at least one month should be given to ISCOS 
before a planned-rate increase is announced to the trade
9table 1 ; TRADE ROUTES AND PERCENTAGES VOLUME OF TRADE
TRADE ROUTE % VOLUME OF TRADE
1975 1982 EST.
E.Africa ~ U.K./N.W, Continent 59.9/0 60%
E,Africa - India/Far-East/Australia 29.0% 15%«C
E,Africa - USA/Canada 5.2/0 10%
E.Africa - Middle East/Mediterranean 
Miscellaneous, Coastal trade and
6.1% 8%
transhipment 19.8% 7%
TOTAL 100% 100%
Source ; ISCOS' Statistics
9
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to facilitate prior discussions to take place between 
ISCOS and the conference or shipping line,
c) Proposals for general rate increases should be supported 
by data as outlined in the agreed format which should be 
provided together with notice to ISGOS.
d) When an agreed rate increase is announced, a notice of not 
less than three(5) month should be given to the trade be­
fore the new rate is implemented.
e) Only mutually agreed frei^t may be implemented in the sub-
iC
region.
The east African sub-region like most of developing countries 
have grounds for concern about the level of frei^t rates, because they 
bear the freight costs for both their imports (most of imports are on 
c.i.f. terms and also inelastic demand) and exports which have characte­
ristics of elastic demand in the consumers' markets. In case of freight 
increases, developing co\intries are supposed to pay more for their im­
ports and at the same time their shippers/exporters receive less for the 
goods they sell abroad. The sum effect of these two aspects will lead to 
a repercussion on the balance of payments.
Most of the negotiations and consultations between ISCOS and 
conferences and shipping lines have generally been successful and have 
as a result made a substantial saving to the economies of the East Afri­
can sub-region (the ports of east Africa mainly Mombasa,.Dar-es-Salaam 
and Tanga serve other countries which are not members of ISCOS but be­
nefit from low rates negotiated by ISCOS. Those countries include Malawi, 
Burundi, Rwanda, Zaire and Sudan), Table 2 shows General Rate increases
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TABLE 2 : GENERAL FREIGHT RATES
NAME OP THE CONPEREN- CONPERENCE APPLIED APTER
CE/SHIPPING LINE CLAIM NEGOTIATIONS
East Africa/Middle East 
Rate Agreement
20% w.e.f. 
June, 1978
7.5% w.e.f. 
September 1979
East African Conference 
Lines
12.5% w.e.f.
June, 1979
8% w.e.f, 
July, 1979
East African Conference 
Lines
10% w.e.f. 
October, 1982
6,6% w.e.f, 
October,^  1982
East Africa/Par East 
Prei^t Conference
10.48% w.e.f.
April, 1979
7% w.e.f,
September,1979
East Africa/Par East 
Prei^t . Conference
7.55% w.e.f. 
March, 1982
5% w.e.f, 
March, 1982
East Africa/Par East 
Prei^t Conference
15% (Mails) 
w.e.f.
April, 1985
Deferred for 
review 1984
Besta Line 8% w.e.f.
July, 1979
8% w.e.f, 
July, 1979
East African Coastwise 
Conference
25% w.e.f, • 
May, 1979
Rejected
completely
Shipping Corporation 
of India
12.5% w.e.f.
May, 1979
12.5% w.e.f, 
Oct. 1979
Shipping Corporation 
of India
25% - 27% 
w.e.f, June 
1981
15.00% w.e.f. 
Sept. 1981
South and East Africa/ 
USA Conference
8% w.e.f, 
Pebruary, 1978
8% w.e.f. 
Pebruary, 1979
V
Note : w.e.f, : with effect from
Source : ISCOS's data
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claimed by various conferences and shipping lines and the agreed increa­
ses after negotiations with ISCOS. In some cases the difference between 
the claimed rate increase and the agreed rate is quite substantial, this 
indicates that ISCOS has been able to negotiate a fair deal for the ship­
pers and in other cases it has rejected completely the conference claim 
on rate increase.
Another area where ISCOS has shown a remarkable success is on port con­
gestion surcharges. In attempt to ease congestion, ISCOS has organized 
meetings for users from time to time together with port authorities of 
the sub-region. In order to monitor the port performance and also to be 
able to advise port authorities ISCOS has established its own statisti­
cal offices in the two major ports of Dar-es-Salaam and Manbasa. Full 
time employed statisticians are entrusted with the task of data collec­
tion in a standardised from which includes monthly cargo flows throu^ 
the ports, evaluation of cargo according to source and destination, con­
tainer penetration with the dry general cargo sector, ship types calling 
the ports, berth occupancy ratio, ships^ waiting time and other impor­
tant statistics.
Information flow from port authorities and data collected by 
ISCOS offices at the two ports has enabled ISCOS^  interventions whenever 
Conferences or Shipping Lines have demanded congestion surcharges. Ta­
ble 5 shows congestion surcharges claimed by Conferences and Shipping 
Lines.
In order to widen its horizon of knowledge of its activities 
and to contribute towards the common objectives of orderly development 
of maritime transport and establishment of a just and fair intematio—
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TABLE 5 : CONGESTION AND CONGESTION SURCHARGES
NAME OF THE CONFERENCE/ CONGESTION POSITION FOLLOWING
SHIPPING LINE SURCHARGE ISC OS'
IMPOSED REPRESENTATIONS
South and East Africa/ 
US Conference
15% at Dar 
since 1978
Suspended since 
1981
East Africa/Middle East 
Rate Agreement
15% Nov. 
1978
Due to congestion ) . 
. Khoramshar )
East Africa/Middle East 
Rate Agreement
15% June
1979
Due to congesticn \ 
in Basrah <
East African 
Conference Lines
5% 1978 
at Dar
Withdrawn 
J\ine, 1979*
East Africa/Par East 
Freight Conference
5%  1978 
at Dar
Abolished
in 1979.
Shipping Corporation 
of India
20% March 
1979 at Dar
Completed removed 
in May 1979.
Source : ISCQS' Data
H t Both surcharges wew withdrawn later in
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nal economic regime, ISCOS has participated in various international,, 
regional and sub-regional meetings and conferences.
In the ISCOS' annual report for the year ended JOth June 
1984, it is mentioned that the East African Conference Lines in April 
1983 announced the withdraw of the deferred rebate (10%) system. The 
withdraw of the rebate was generally welcome' by ISCOS as the system 
was undesirable since it unduly perpetuated the loyality of shippers 
to the Conference Lines. In most shipping routes of the world, loyali­
ty contracts were perfectly acceptable years ago, when outsiders were 
few and services nowhere near as reliable as those of the conferences. 
These loyalty agreements differ from conference to conference, but com­
mon ones are three : immediate percentage discount usually 9,5% on all 
commodities; second is the deferred rebate system, often offered as 
an alternative to immediate rebate, usually 10?^  of freight provided the 
shippers proves that he has remained loyal not only for six month pe­
riod during which the shipment took place, but also during the follo­
wing six months at the end of which rebate is paid. Hence the agreement 
never ends, for the conference always retain the rebates accumulated 
during the preceding six month period.
Unlike the offer of an immediate rebate , the deferred sys­
tem is not legal contract, except when the shipper uses the service of 
outsider he will lose the right to claim any rebates which might have 
been owned to him. The third type of loyalty system is commonly in use 
with^ United States trade conferences as a result of US legislation - 
this is dual rate system. It provides for a discount of 0% to 15% on 
different commodities and allows a shipper to be loyal for certain pro­
ducts and not for others. In case of deferred rebate some shippers may
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f in d  them selves in  b reach  of th e  c o n tra c t  th ro u g h  no f a u l t  o f t h e i r  ovm; 
f o r  example when d e a lin g  w ith  a  FOB ( f r e e  on board ) sh ipm ent and a  buyer 
d i c t a t e s  t h a t  he w ants h is  consignm ent to  be sh ip p ed  w ith  an o u ts id e r .  
P u rtherm ore  s h ip p e r  can n o t sue th e  co n fe ren ce  in  case  i t  f a i l s  in  i t s  
o b l ig a t io n  i . e .  p ro v is io n  o f s e r v ic e  s u f f i c i e n t  to  meet th e  o rd in a ry  r e ­
q u irem en ts  o f th e  t r a d e ;  because a  co n fe ren ce  i s  l e g a l l y  n o n -e x is te n t  as 
f a r  a s  . th i r d  p a r t i e s  a re  con cern ed . In s te a d  a  s h ip p e r  would have to  ta k e  
in d iv id u a l  a c t io n s  a g a in s t  each  member l i n e s ,  p ro b ab ly  in  each c a r r i e r 's  
n a t iv e  c o u n try . But c o s t  o f such  a  v e n tu re  d e te r s  th e  s h ip p e rs  from  t a ­
k in g  such a  s t e p .  Those a re  th e  main f a c to r s  which ISCOS looked  in to  f o r  
th e  n e g o t ia t io n  to  w ithdraw  th e  d e fe r re d  r e b a te .
I t  i s  n o t on ly  ISCOS which has shown concern  on lo y a l ty  a r r a n ­
gements between co n fe ren ce  and s h ip p e r s .  The B r i t i s h  S h ip p e r C ouncil p u t 
fo rw ard  th e  fo llo w in g  p ro p o sa ls  to  be c o n s id e re d  and in c o rp o ra te d  w ith in  
th e  EEC Com m ission's r u le s  o f com petition_ l_y
( i )  L o y a lty  sh o u ld  be f l e x ib l e  enough to  meet f u tu r e  chan­
g e s . A d u a l system  where minimum c o n d itio n s  and o b l i ­
g a tio n s  o f lo y a l ty  w i l l  be s e t  ou t in  s t a t u t e ;  b u t 
s h ip p e rs  and co n fe ren ces  would be f r e e  to  n e g o t ia te  a  
m u tu a lly  ag reed  a l t e r n a t i v e  s e rv ic e  ag reem en t.
( i i )  L o y a lty  sh o u ld  be to  s p e c i f i c  com m odities o r  to  a  p e r ­
cen tag e  o f th e  s h ip p e r s ' t o t a l  t r a f f i c ,
( i i i )  F a i lu r e  to  ach iev e  a  m u tu a lly  a cc e p ted  s e r v ic e  a g re e ­
m ent, th en  th e  s h ip p e r  would be e n t i t l e d  to  s ig n  th e  
s ta n d a rd  lo y a l ty  c o n tra c t  -  which in c lu d e s  a  p ro v is io n  
th a t  n o t more th an  'JQ% o f s h ip p e r 's  t r a f f i c  co u ld  be 
demanded by th e  c o n fe ren c e .
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ISCOS^  future in the sub-region
Within the current structure of ISCOS, still there are some 
areas which need ISCOS' attention in order to strenghten the protection 
of shippers' interests; especially when bearing in mind the non-existen­
ce of shippers' council in any of the sub—region states* Appointment of 
independent accountant who should submit a report to the participating 
parties in the consultation for the general rate increase. As it is pro­
vided by the UN code of conduct for liner conferences, the report should 
be aggregated analysis of data regarding relevant costs and revenues 
which in the opinion of the ccxiference necessitate an increase in frei^t 
rates. Shippers in West African sub-region, by utilizing the Ministerial 
Conference as a aub-regional organisation for shippers, they have bene­
fited from low freight effectively negotiated on the basis of report sub­
mitted by independent accoimtants. There are two accountaints who analyse
the returns from the conference member lines (United Kingdom West Africa
4 /Lines - UKWAL/7 The Negotiating Committee of the Ministerial Conference 
requests the lines to submit information to the accountants covering six 
month periods and they must reveal the volume of cargo carried, the 
freight rates, direct and indirect costs, including running costs, voya­
ge and capital expenses, number of round trips, the number of idle days, 
voyage times, port times and ballast time.
In addition to that more information on the following matters 
is also necessary :
a) How are round-voyage costs apportioned?
b) Any substantial difference between figures of the most 
efficient and least efficient lines which are aggrega-
0
54.
ted in a single statement
c) What the precise basis of capital and depreciation 
charges - are these in-accordance with standards ac­
count practices?
d) To what extent do the amounts debited to voyage ac­
counts contain elements of profit i»e conmission, ste­
vedoring costs, repair costs paid to affiliated compa­
nies?
«c
other area where ISCOS should look into is the currency ad­
justment factor i.e OAF. OAF is a surcharge used in liner shipping to 
correct for the losses or excessive gain made by shipowner as result of 
fluctuations in exchange rates mainly between United States dollar (ma­
jor trade currency) and other currencies. Generally, liner tariffs are 
calculated in US dollar, while majority of shipowners' costs may be in­
curred in other currencies. In case of significant fluctuations in ta­
riff currency (the dollar) against the value, the currency in which 
costs are incurred, shipowner would make losses (or excessive gains) in 
real value of their earnings. CAF is imposed to compensate (positive 
CAF) or to decompensate (negative CAF) shipowners for losses or exces­
sive gains in the real value of their earnings. Shippers feel that the. 
shipping lines need not be fully compensated for the revenue losses that 
arise from fluctuations in exchange rates but instead should absorb part 
of the loss as part of their commercial risks after, all CAF has always 
be positive adjustment factors (to be benefit to the shipowners).
For ISCOS to embark on more research oriented activities, the 
present structure must be modified in several ways. First research acti-
v i t i e s  w i l l  need more funds be a v a ib le  t h r o n g  ISCOS b u d g e t, conse­
q u e n tly  member s t a t e s  have to  d ig  d eep e r in  t h e i r  p o ck e ts  f o r  th e  bud­
g e t c o n t r ib u t io n .  S econdly , th e  s iz e  o f th e  S e c r e t a r i a t  s t a f f  has to  
be in c re a s e d , by r e c r u i t i n g  re s e a rc h  o r ie n te d  p e rso n n e l a ls o  by a cq u i­
r in g  equipm ents l i k e  com puters. These two f a c to r s  o r  problem s can be 
s o lv e d  by a b so rb in g  ISCOS a s  an o rg a n iz a tio n  d e a l in g  w ith  sh ip p in g  
m a tte rs  and th e  u m b re lla  o f PTA, hence t h i s  approach  w i l l  le a d  to  poo­
l i n g  re so u rc e s  b o th  f i n a n c i a l l y  and s k i l l e d  w ise . The ta s k  o f s e l l i n g  
t h i s  id e a  to  PTA sh o u ld  be g iven  a  g r e a te r  p r i o r i t y  by th e  p re s e n t  mem-
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b e rs  o f ISCOS, najnely Kenya, T anzan ia , Uganda and Zambia. At th e  same 
tim e th e  S e c r e t a r i a t  s t a f f  o f ISCOS sh o u ld  be in v i te d  as  o b se rv e rs  in  
m eetin g s  and co n fe ren ces  which concern  t r a n s p o r t  and s h ip p in g  m a tte rs  
f o r  th e  su b -re g io n .
In  re s e a rc h  o r ie n te d  a c t i v i t i e s ,  ISCOS o r any o th e r  o rg a n i­
z a t io n  to  be form ed iinder th e  u m b re lla  o f PTA, sh o u ld  u n d e rtak e  to  s i ­
m u la te  re -s c h e d u lin g  o f a l l  co n fe ren ce  v e s s e ls  which a c tu a l ly  s e rv e  th e  
t r a d e  over a  p e r io d  o f tim e . The s im u la tio n  sh o u ld  aim a t  e l im in a t in g  
d u p l ic a t io n  o f s e r v ic e s  w hile  each v e s s e l  c a r r i e s  th e  maximum amount of 
carg o  between th e  minimum number o f p o r t s .  D e ta i ls  on th e  co n fe ren ce  s e r ­
v ic e s  from each lo a d in g  p o r t  to  each p o r t  o f  d e s t i n a t io n ,  in c lu d in g  th e  
lo a d in g  d a te  o f th e  v e s s e ls  a re  im p o rtan t f o r  th e  e v a lu a tio n  o f th e  de­
g ree  o f d u p l ic a t io n  (when th e  d a te s  o f lo a d in g  o f two o r more v e s s e ls  
a re  to o  c lo s e ) .  Any h i ^ e r  degree o f d u p l ic a t io n  sh o u ld  be a n a ly se d  and 
d is c u s se d  j o i n t l y  by the s h ip p e r s ,  co n fe ren ce  and p r e f e r a b ly  th e  p o r t  
a u t h o r i t i e s  o f  th e  s u b -re g io n . But in t e r n a l  c o n s u l ta t io n  i s  v e ry  e sse n ­
t i a l  b e fo re  th e  con fe ren ce  i s  c o n ta c te d , due to  th e  f a c t  th a t  th e re  may 
e x i s t  some n a t io n a l  o r  su b -re g io n a l problem s to  be so lv e d  b e fo re  hand .
56
Research should also cover areas such as studies on new de­
velopment including containerization - whether it reduces costs of trans­
port system; impact on trade and cargo flows due to external facts which 
are somehow perpetual - mainly devaluation of the local currencies and 
other government policies including price increases to producers and ex­
port rehates incentives. Liner shipping still remains a relatively expen­
sive means of transporting cargo by comparison with charter or contract 
shipping and it should not be used for cargoes which are capable of being 
shipped by more economical means. ISCOS should conduct more studies^on 
this and advise what sort of commodities can be transferred away from 
the traditional liner system, which will not only reduce the costs of 
transport but also place shippers in a better bargaining position with 
respect to shipowners by obtaining command of the necessary tonnage to 
be able to solicit offers on open market. It should be noted that, in 
case of non-liner arrangements where charter parties are involved, ISCOS 
or any other sub-regional or national organizations which represent ship­
pers are not in position to sign a charter party or shipping contract 
under which they would have accept responsibility of presentation of car­
go or payment of deal freight. The signing should be left to the indivi­
dual shippers and the shippers' organizations offer advices to the ship­
pers on such transactipns.
With proper planning, -necessary sufficient funds and person­
nel ISCOS can be transformed into transport and shipping research orga­
nization for the sub-region, capable of offering services to shippers, 
port authorities, transport planners (the governments) and also spear­
head sub-regional co-operation in maritime matters.
d
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Supply of Shipping Services
Having discussed the demand side of shipping, the focus now 
should be on how can the sub-region co-operate in the supply of ship­
ping services for the purpose of serving the shippers and the econo­
my of the area in general.
It has been a common opinion expressed by the traditional 
maritime countries that developing covintries should concentrate on 
the port development and increase productivity of the port operations 
and hence they should leave the supply of shipping services to the 
traditional maritime countries. Furthermore, it is said that shipow­
ning is a risky, capital .intensive and complex activity; and due to 
lack of sufficient capital and skilled perscainel by developing coun­
tries, then other activities should be taken as alternatives especial­
ly basing on the law of comparative advantage. All these reasons given 
by the traditional maritime countries should be properly analysed 
otherwise they can mislead decisions in shipping investment and other 
related activities.
Investment in port development and operation is equally or 
even more riskier and capital intensive than acquisition of ships. On­
ce investment is undertaken to construct a quay, the investment beco­
mes a sunk cost, it can not be removed and sold for scrapping as it is 
the case of ships. The same applies to most of the equipments used in 
port operations. Port development technology tends to be a follower 
to ships development technology, hence changes in ships construction.
cargo stowage in ships, cargo handling, etc. will influence the cons-
t r a c t i o n  o f qu ay s, a c q u is i t io n  o f new h a n d lin g  equ ipm en ts, t r a in in g  
o f p o r t  p e rso n n e l, e t c . .  A f te r  a l l  s h ip  o p e ra to rs  d ec id e  which p o r ts  
to  c a l l ,  and f o r  th e  p o r t  to  a t t r a c t  more sh ip s  th e y  have to  keep on 
w ith  th e  demand o f sh ip  o p e ra to r s .  The p r in c ip le s  o f Law o f compara­
t i v e  advan tage were a p p lic a b le  to  some e x te n t  in  th e  18 th  and 19 th  
c e n tu r i e s ,  b u t nowadays w orld  tr a d e  i s  c h a r a c te r i s e d  w ith  a l l  s o r t s  
o f p r o te c t io n .
D eveloping  c o u n tr ie s  sh o u ld  in c r e a s in g ly  engage in  s t r u g -
m
g le  to  broaden and d iv e r s i f y  t h e i r  econom ies th ro u g h  i n d u s t r i a l i s a t i o n ,  
c o n se q u e n tly  to  s t im u la te  th e  r a t e  o f economic growth which i s  th e  
c o rn e r-s to n e  in  r a i s i n g  th e  l i v i n g  s ta n d a rd  o f t h e i r  p e o p le . In  such  
an e x e rc is e  sh ip p in g  w i l l  p la y  a  lin k a g e  r o le  which i s  q u i te  v i t a l  due 
t o  ex p ec ted  in c re a s e  in  ex p o rt demand f o r  c a p i t a l .a n d  consum er goods 
and a ls o  e x p o rts  due to  d i v e r s i f i c a t i o n .  S h ip p in g  developm ent by i t ­
s e l f  can s u b s t a n t i a l l y  c o n tr ib u te  to  th e  d i v e r s i f i c a t i o n  o f th e  eco ­
nom ies because th e  a c t i v i t y  needs a  w id er range o f s e r v ic e s  and sup­
p o r t in g  a c t i v i t i e s  in c lu d in g  s h ip r e p a i r in g ,  bank ing  s e r v ic e s ,  in s u ra n ­
c e , s u p p l ie s ,  te leco m m u n ica tio n , c o n ta in e r - r e p a i r in g ,  p a in ts  and p a in ­
t in g ',  fu m ig a tio n  and fow ard ing  a c t i v i t i e s .  The sh ip p in g  com panies of 
developed  n a t io n s  in  th e  o p e ra tio n  o f t h e i r  e x i s t in g  s e r v ic e s  and when 
p la n n in g  new ro u te s  th e y  c o n c e n tra te  on s e c u r in g  p a r t i c ip a t io n  in  a l ­
re a d y  e x i s t in g  c a rg o e s . Very seldom  do th e y  a c t i v e ly  a s s i s t  in  th e  p ro ­
m otion and developm erit o f new im ports which a re  v i t a l  in  th e  dev e lo p ­
ment o f th e  d e v e lo p in g  n a t i o n s '  tr a d e  and a ls o  p ro v id e  a  b a lan ce  o f 
ca rg o es  in  b o th  d i r e c t io n s  co n seq u en tly  re d u c in g  b o th  c o s ts  and f r e ig h t  
r a t e s .
As a  ty p ic a l  example where fo re ig n  sh ip p in g  l i n e s  pay l i t -
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tie attention on the needs of developing countries' trade, was in the 
early 1979s when the Western European lines opted to stop carrying 
copper (mainly from Zambia) because of uneconomic rates, leaving it 
to the Eastern Africa National Line, jointly owned by the Government 
of Kenya, Tanzania, Uganda and Zambia, There are also a number of exam­
ples of trade between developing coTontries which been promoted (if not 
developed) by the establishment of shipping service by one or more par­
ticipating countries in the trade e.g. Brazil and Nigeria by the two 
countries shipping companies, India/East Africa and India/West i^rica 
bS; the Shipping Corporation of India. Therefore development in liner 
shipping tends to promote the export trade of the country or countries 
concerned, bearing in mind that national carriers can reasonably be 
expected to be more closely linked with particular economic and com­
mercial interest in their countries than foreign carriers.
As mentioned earlier, some of the sub-region countries 
(Kenya, Tanzania, Uganda and Zambia) jointly owned the defunct Eastern 
Africa National Shipping Line, which was a member of East African Con­
ference Lines operating between East African ports and Western Europe 
and United Kingdom ports. Up to the present date there is nO'official 
report explaining the failure of the ccmpany which could be useful when 
planning for future co-operation in the same area of activities; howe­
ver the following factors mi^t had contributed to the failure i
a) Equity share of capital contributed by the part­
ners was not sufficient enou^ to cover operation 
costs in case of losses, instead the company re­
lied more on borrowed capital •
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b) Management-wise th e re  was no p ro p e r  c o n tro l  o f 
th e  com pany's fu n d s , la o k  o f s u f f i c i e n t  communi­
c a t io n  betw een th e  management and p e rso n n e l on 
board  th e  s h ip s .
c ) The number o f p o r t s  o f c a l l  ( e s p e c ia l ly  in  Euro­
pe) was f o r  g r e a te r  g iven  th e  s i z e  o f th e  f l e e t  
which was s ix  v e s s e ls  d u rin g  i t s  p eak .
d) When th e  company was c a r ry in g  th e  low f r e i g h t  c a r ­
go such as  co p p er, f o r  th e  purpose  o f p r o te c t in g  and 
p rom oting  th e  p a r t n e r s '  t r a d e ,  no s u b s id ie s  were o f­
fe re d  to  th e  company to  co v er th e  lo s s e s .
e ) The b reak  o f E as t A frica n  Community and p o l i t i c a l  
d i f f e r e n c e s  between c e r t a in  p a r tn e r  s t a t e s  had a  
c o n s id e ra b le  im pact on th e  ccxnpany.
Any s u c c e s s fu l  c o -o p e ra t iv e  v e n tu re  w i l l  c e r t a in l y  o f f e r  
s t r a i ^ t  foward ro u te  f o r  g a in in g  acc e ss  to  th e  m arket p la c e  and i t s  
co n tin u o u s  su c c e sse s  w i l l  r e ly  on i t s  sp o n so rs  o r  p a r tn e r s  to  g ive cons­
t a n t  a t t e n t io n  to  i t s  n e e d s . The o v e ra l l  com plex ity  o f  j o i n t  v e n tu re  i s  
such  th a t  w ith o u t d e ta i l e d  p la n n in g  and p ro v is io n  f o r  c o n t r o l l in g  th e  
many i n t e r a c t in g  o p e ra t io n s ,  th e re  i s  l i t t l e  chance o f s u c c e s s . P eop le  
in  th e  management team sh o u ld  be re sp o n s iv e  and in t e r e s t e d ,  t e c h n ic a l ly  
com petent and p r a c t i c a l  problem  s o lv e r s  who g e t th in g s  done. Manage­
ment which i s  s t ro n g ly  based  on p o l i t i c a l  i n t e r e s t s  would l i k e l y  become 
an o b s ta c le  to  th e  smooth fu n c tio n  o f a  j o i n t l y  owned o rg a n iz a t io n .
T i ^ t  government c o n tro l  in  th e  day to  day sh ip s  o p e ra tio n  in  th e  fonn 
o f s t r i c t  and r i g i d  im p o s itio n  o f r e g u la t io n s ,  hampers o p e r a to r s ' ca­
p a b i l i t y  f o r  e f f i c i e n t  management e s p e c ia l ly  b e a r in g  in  mind th a t  s h ip -
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ping always needs quick decisions at the ri^t time.
Despite of the failure of the Eastern Africa National Ship­
ping Line, the need for co-operation as far as the supply of shipping 
services is concerned still remains; and what is urgently need to esta­
blish a kind of co-operation suitable for the sub-region, A multinatio­
nal co-operation in shipping can be in any of the following forms :
(i) Where already exist national shipping lines, a pool 
co-ordinating sailings and dividing revenues in a- 
greed proportions can be suitable co-operation, 
providing a wider market and rational operations,
(ii) A joint operating company chartering ships from the 
member countries or foreign shipowners on time char­
ter or bareboat. Such an operation needs to have ex­
perienced staff in chartering, shipbroking and how 
to deal with brokers, market forecasting for ship­
ping services and also cargoes movement,
(iii) A joint shipowning company, building, owning and o- 
perating its own ships, where no national shipping 
company exists.
Alternative number one will make the application of the Code 
of Conduct more flexible for the sub—region, on assumption that the na­
tional lines will operate within a conference as one regional line, con­
sequently the 40% share of cargo from and to any of the sub-region states 
will go to this regional line. When an individual small country operates 
a liner service in a region where the code is applied, the chance of
42
being forced out of the market is quite possible. For example, Togo 
which is a small country in West Africa, her shipping line, Soci4t5 
Togolaise de Navigation Maritime (SOTONAM) was in serious problems 
when the code was applied in West African trade. The line is confi­
ned almost only to loading to and from Lom4 instead of having access 
to the entire West African coast like her foreign counterparts. Al­
ternative two, the company needs to to have competent personnel in 
chartering and other related activities; this can be a problem at the 
beginning. Also the company should not only on chartered ships, it 
has to own some of the ships it operates. Alternative three sounds 
quite good, because it is easier to pool resources together for the 
capital and also the manpower, provided there is adequate pre-plan­
ning. Investment should not be only in liner shipping but also in 
bulk trade, especially in liquid bulk for crude oil and its products, 
due to the fact that the sub-region is a net importer of oil. Table 4 
shows the freight charges paid by Tanzania for the import of crude oil 
for a period of one and half years (June 1983 to December 1984)* The 
total bill is over US 8,8 million dollar, a substantial amount espe­
cially when considering the price of "a second hand tanker at present 
market situation. For two or more countries in the sub-region to deci­
de to purchase tankers, would be step in trying to save their foreign 
exchange, and in later stages a source of foreign earnings.
Beside foreign trade shipping, the sub-region should also 
assess possibility of establishing a coastal shipping service within 
the framework of increased co-operation. It is stipulated in both 
PTA and SADCC agreements that one of the aims of these organizations 
is to promote trade within the member states, hence coastal shipping
table 4 : FREIGHT BILL FOR CRUDE IMPORT
DATE TONS RATE FREIGHT (US dollar)
29-6-85 73 540 68 - 644 501 05
11-10-83 68 870 29 - 695 230 45
15-12-83 52 388 18 WS 62.5 622 497 84
HE
9-1-84 48 750 63 WS 62,5 516 247 49
11-2-84 57 524 00 - 693 456 49
24-5-84 80 000 00 WS 110 1 017 529 53
26-6-84 80 441 00 WS 150 1 244 254 74
2-8-84 80 441 00 ' WS 130 1 050 505 20
4-9-84 81 069 00 - 566,152 88
21-10-84 86 278 00 WS 116 901 743 14
50-12-84 86 705 00 WS 112.5 876 910 53
TOTAL ' 795 965 78 8 828 8O9 00
WS : World Scale
Source Tanzania Central Freight Bureau Statistics
should be regarded as a contributor to inter-state trade, coastal ship­
ping give better prospects for controlling the rationalisation of con­
ference services due to the possibility of overcapacities by the con­
ferences leading to over costs to foreign trade, can prevent the ocean 
liner from making unprofitable stops at small ports and the promotion 
of tourism, an important sector in the sub-region economy. Success of 
co-operation in the shipping sector will also depend on how and when 
the states come up with a commom shipping policy, an area where ISCOS 
is supposed to give a considerable assistance according to its experien­
ce for some years in shipping at regional level.
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CHAPTER III
Harmonization of Port Development emd Plajinine
A port can be regarded as a ”node" in the total transport 
chain as it is an interface between the sea link and the land link.
The interdependence between ports and different modes of transport 
necessitates port planners to take an overview of the transport sys­
tem in the planning process in order to identify bottlenecks which 
directly or indirectly may affect the performance of ports. At the 
same time port planners and operators throu^ comprehensive planning 
can advise and advocate improvements in particular modes of hinterland 
transport. Hinterlands of various ports of the world can be more than 
one countiry, and this is the case of most of the major Eastem Africa 
ports including Mombasa, Dar-es-Salaam port throu^put is transit car­
go for Zambia, Malawi, Zaire, Burundi and Rwanda, The other ports also 
have significant proportion of transit trade, and some of the ports ha­
ve the same hinterland.
Due to the interconnections between different ports, hinter­
lands, modes of transport and suppliers of shipping services, the need 
for harmonised port development and planning is essential. In the li­
ner shipping the relationship between shipping se3?vices and port ser­
vices offered by a number of ports is very direct because of the prac­
tice of averaging costs and charges for a complete range of porta.
Ports in a range should form a sub-regional association for ports and 
harbours, as a forum for exchange of information and ideas on problems 
which are peculiar to region and which may nor necessarily be of world­
wide importance or impact. Such groupings should usually also be com-
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posed of ports where traffic activity is affected by common types of 
import /export trade serviced by the same type of ships, shipping li­
nes or conferences. In assessment of port capacity, the traditional 
practice has been to accept existing and future demeinds for facili­
ties without considering whether the ship operators are making the 
most rational use of the facilities which they demand. Exaimple is when 
the berth occupancy rate of a port is high, ship operators tend to ask 
for the expansion of port whereas the provision of extra berth may on­
ly serve to attract more dublicated calls by operators who previously 
by-passed the port, hence distributing the same amount of cargo on 
greater number of ships. Any expansion programme of the port should be 
followed by a study aiming at evaluate effective impact whether eco­
nomical and not judging the outcome by increased number of ships cal­
ling at the port, but also the cargo through the port , time in port, 
port charges to the shippers, etc. It is also necessary for port ex­
pansion to go hand in han^ with improvement of the inland transport 
network otherwise the improvement at the port may not give effective 
result.
Cross-fertilization of ideas and experience as to reliabili­
ty and performance of various types and makes of equipment, experience 
with various manufactures and suppliers, is another, area of co-opera­
tion. Studies on application of new technologies are important due to 
the fact that technology may cause costs to shift or impose new costs 
in another. For in container operations the cost of stowage is moved 
from the port to the depot where the containers are stored. In case of 
large tankers and other bulk carriers costs of transport are saved, but 
ports are subject to heavy costs in dredging and providing mooring fa­
cilities and other port equipments. Technological changes are inevita-
ble unless the whole world agrees to resist it. Individual or single 
country might resist any individual example of such changes, bi;it over 
all they have to find ways of obtaining the undoubted adveuitages 
which the changes offer, while ensuring that any adverse consequences 
are minimal. There is no secret that, investments in port improvement 
have been more to the benefit of ship operators than other port users 
i.e shippers. If for example a port succeeded in cutting the cargo 
handling costs paid by the conference liners by 20% it would be reaso­
nably apparent 'for shippers at that port to expect a ’^% reduction in 
frei^t rates. In practice they will not get this since the conference 
spreads the reduction in overall costs over all the ports in the range 
and it becomes virtually unnoticeable thus the advantage of the port 
improvement has accrued to the shipowners. This is one of the reasons 
why ports which have undertaken improvements should not hesitate to 
charge shipowner appropriately for services rendered in the ports.
Ports under the same range covered by a conference should try to co-o­
perate in improving their services such that they can pindown shipowners 
where there is a need to reduce their rates due to the improvements on 
the ports handling facilities. Inefficiency of a port can have indi­
rect effects on the other ports of the same range. For example if a 
port is always inefficient and always takes 10 days to handle 2 000 tons 
of cargo, the cost of its inefficiency will be borne by its partners in 
the range. If another port in the same range normally handles that a- 
mount of cargo in 4 days, but due to certain circumstances this same 
port takes 10 days instead of normal 4 days, the immediate effect will 
be a congestion surcharge of perhaps 15% or 20% on freight rates levied 
on the second port, but with nothing charge at the first port which is 
always inefficient.
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Ports should exchange ideas on types of shed construction 
depending on local conditions, standardization of statistics, efficien­
cy factors, co-operation in training of management and supervisory per­
sonnel throu^ seminars and courses organized by regional association, 
collective discussions with shippers' councils, freight booking offi­
ces, shipping agents, shipping lines and conferences as to future de­
mands on local port facilities and equipments through envisaged chan­
ges in traffic and commodity flow pattern, adequacy of notice before
imposition of surcharges. A commonly method or policy to deal with con-
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gestion should be designed. Congestion is caused by more cargo coming 
into the port area than going out, not once or twice on isolated occa­
sions but steadily over a long period. Inadequate transport, delays 
caused by customs and government departments, lack of adequate warehou­
sing facilities outside the port area and importers financial problems 
are major causes of congestion^  With congestion working space in shed 
and open storage areas (yards) become limited and obstructed; mecha­
nical equipment moving cargo between ship's side and stowage on the 
land can not move freely, tum-rround slowed and the discharge of ships 
is affected; the chance of landed cargo being overstowed and possibly 
damaged is increased.
How to check congestion
First step should aim at closely watch 6n the ratio of ton­
nage discharged, from vessels to tonnage,;de live red from the port area 
during a gilren period, weekly or monthly. The routine analysis of de­
livery orders or gate passes could provide the basis for the desire 
statistics. Statistics give the facts in figures but not always have
0
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the effect on the reader unless some interpretations are shovm aside 
such diagrams to stress what the figures say or indicate. Also a pro­
jection for future trend is huilt out of the statistics aind it can 
give an early warning on congestion before the situation reaches a 
crisis proportion.
At the early warning stage, the port should give notice to 
importers and warn them that congestion is building up and seek their 
co-operation in early and speedy removal of cargo. The port of Dar-es- 
Salaam informs shippers individually and a copy of the notice is sent 
to the ministry of transport, together with a summary report on the 
situation and likely measures to be taken. Likewise it is advisable to 
approach the custcms in assisting over the early disposal of the old 
cargo.
Movement of cargo in and out the port area is generally the 
task of clearing and forwarding agents. Good performance by clearing 
and forwarding agents is not determined by the big number of such a- 
gents operating in the port, bp.t instead by equipment and skill capa­
bilities they possess; consequently it is advisable to authorities con­
cerned with granting of permission to operate in the port , to scrutini­
se the capabilities of applicatants. Experience (in the port of Dar-es- 
Salaam) has shown that when a big number of clearing and forwarding 
agents granted permission to operate in a port without proper assess­
ment, service offered normally deteriorate pilferage is likely to in­
crease. In Mombasa, Kenya, the agency licensing fee has recently been 
increased substantially from Kenya schilling 100 (US 7,2 dollars) to 
5 000 (us 565 dollars) to halt the sudden rush of small time clearing
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agents who were springing up all over Kenya. In future it is hoped 
that only those business with realistically large number of clients 
will consider it worthwhile to apply.
Coastal and Feeded Services
Port authorities should co-operate and participate together 
with government authorities in assessing the coastal and feeder servi­
ces suitable for their sub-region, with the aim of improving trade
««
within the sub-region, cutting down the overcosts in case of overcapa­
cities by the conferences and rationalisation of both port and ship­
ping services within the area.
Expensive Equipments
Another are of importance for co-operation is the pooling 
of resources for acquisition of specialized and expensive equipments 
such as those needed for cleaning-up oil spillages, salvage purpose, 
dredging and handling of heavy and extraordinary cargo. Ports should 
not compete by constructing facilities which already are available in 
other ports for the same traffic or cargo, 'Instead they should compete 
by offering a fast and safe handling of cargo at a reasonable cost.
The land-locked coxintries whose foreign trade is served by 
the seaport of nei^bouring states can be offered an associate member­
ship in the sub-regional ports association. Associate members will pro­
vide information necessary for forecasting of traffic trends which is 
vital for planning purposes.
In the East Africa sub-region SADCC has been quite active 
in co-ordinating port development through the transport and Communi­
cations Commission based in Maputo^ Mozambique. The commission has 
been able to assess development requirements of the major ports in 
the area and then mobilised external funds for all the ports collec­
tively, The following ports have benefited from the SADCC action 
programme of ports development :
Port of^ Beira:
- Improvement of the entrance channel by dredging 
and realignment to permit the passage of large 
vessels;
- Construction of a coastal terminal for coastal 
exports from Zimbabwe, Swaziland and Botswana;
- Const3Tuction of container terminal.
Port of Maputo;
- Improvement of entrance channel.
Port of Dar-es-Salaam:
- Rehabilitation of oil terminal;
- Improvement of harbour entrance;
- Construction of container terminal;
- Improvement of grain handling facility.
o
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CHAPTER IV
Protection of Marine Environment and Marine Research
The United Nations have defined ocean or marine pollution 
as follows : "Pollution means introduction hy man directly or indi­
rectly of substances or energy into marine environment resulting in 
such deleterious effects as harm to living resources, hazards to hu­
man health, hindrance to maritime activities including fishing, ••im­
pairment of quality use of the sea water and reduction of amenities". 
For many years, it was believed that the oceans were so vast that no 
amount of waste which human could generate could have other than ne­
gligible impact on them. It is now readily evident that this not the 
case. Destructive oil spills, sewage, garbage and radioactive wastes 
from nuclear power plants, research laboratories are dumped into 
oceans. Runoff from land enters the oceans carrying a substantial a- 
mount of pollutants including pesticides and other chemicals not for- 
gotting petroletun products continually contaminate the oceans from of­
fshore drilling platforms.
The greatest impact on ocean pollution can be seen along 
the coasts where waste imputs are generally made, but effects are not 
confined to the coasts. Oceans are very dynamic, and waste deposited 
at one point can quickly spread to other areas. That is one of the 
major reasons why the international community becomes so concerned a- 
bout marine pollution. The seas provide considerable amount of animal 
protein consumed bb mankind, hence when oceans are polluted , the re­
sult is a serious damage to fisheries, seaweed, birds, marine mammals
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and other wildlife. Other consequences due to marine pollution are 
damage4 to beaches and other recreational areas and damaged to mari­
ne ecosystem by eliminating or decreasing population of certain spe­
cies.
International Effort in Combatting Marine Pollution
The best known cause of marine pollution is oil pollution 
which results from tanker accidents, although this may contribute as
m
little as 3% of oil entering the sea in a year. The consequence of aui 
accident can be disastrous to the immediate area, particularly if the 
ship involved is a large one and if the accident occurs close to the 
coast. The wrecks of the Torrey Canyon (196?) a nd the Amoco Cadiz 
(1978) are examples. These tanker accidents occur during transportation 
of petroleum which major deposits are found a great distance from in­
dustrialized nations, responsible for the greatest consumption. The 
problems posed by the transport of oil by sea are international as pol­
lution can happen almost anywhere and affects coastlines which are of­
ten hundreds of miles away. Consequently pollution problem can only be 
effectively tackled on an international level by maritime countries of 
the world acting jointly.
IMO for some years han adopted several international conven­
tions and other standards to tackle the problem of pollution in various 
ways, the major conventions include the followings :
1- International Convention for the Prevention of Pollution 
of the Sea by Oil (l954)» This convention was adopted 
before IMO came into existence, but the Organization assu-
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med responsibility for it in 1959 and the convention has 
been amended in 19^ 2 and 1969*
2- International Convention Relating to Intervention on the 
Hi^ Seas in cases of Oil Pollution Casualties (1969). f't 
was adopted as a result of the Torrey Canyon disaster. It 
deals with the rights of nations to taJce action to prevent 
or mitigate the danger of pollution by oil following acci­
dents invloving ships outside territorial waters. 
International Convention on Civil Liability for Oil Pollu— 
tion Damage (I969). The convention is designed to ensure 
that adequate compensation is available to person who suf­
fer from oil pollution by placing the liability for com­
pensation upon the owner of the ship from which the oil 
escaped or was discharged,
4- Convention on the Prevention of Marine Pollution by Dum­
ping of Wastes and other Matters (1972). This convention 
was adopted at a conference called by the United Kingdom, 
but IMO has been responsible for duties associated with it 
since it came into force in 1975. i'ts S’i® is prevent or 
limit the deliberate disposal at sea of various types of
waste materials.
5- International Convention for the Prevention of Pollution 
from Ships (1975) as modified by its Protocol of 1978 
(MARPOL 73/78). The convention contains new measures for 
the control and prevention of marine pollution not only 
by oil from ships but also other forms of pollution such 
as noxious liquid substances carried in packaged forms, 
sewage and garbage from ships.
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Protection of Marine Environment and Marine Research at Sub-fregional 
Level
The international community recognizes well that, certain 
marine pollution problems are confined to specific areas, thus regio­
nal co-operation can give a better solution to such problems. Hence, 
the United nations Convention of the Law of the Sea on its articles 
indicate clearly the importance and where it is necessary for states 
to co-operate at regional and sub-regional level. The convention says
HI
the states should co-operate in regional and global programmes to acqui­
re knowledge for assessment of nature and extent of pollution and also 
jointly develop and promote contingency plans for responding to pollu­
tion incidents in the maritime environment; for the purpose of promo­
ting studies, undertaking programmes of scientific research and encou­
raging exchange of information acquired about pollution of maritime en­
vironment.
The understanding of effects of marine pollution needs some 
studies in a form of research. It is a given area caused by a specific 
pollutant, let alone to quantitatively assessment of the effects. 
Without this kind of understanding of causes and effects it is very 
difficult to predict the environment and ecological consequences of a 
given type of pollution. Marine research should not be limited to the 
study of effects of marine pollution but extended to researches ai­
ming at establishing the potential of marine resources of the area and' 
where possible to common hydrographic services.
The United Nations Environment Programme (UNEP) is a United 
Nations organization concerned with protection of the environment. In
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the marine field, it encourages and supports the development and im­
plementation of plans to prevent oil pollution by promoting interna­
tional and regional conventions and guidelines for assessing and mo­
nitoring the state of pollution, supporting training schemes and pro­
viding a focal point for exchange of information. In the exercise of 
those fiinctions UNEP works in close co-operation with other UN agen­
cies and non-governmental organizations. IMO actively participates in 
the UNEP Regional Sea Programme to promote regional arrangements for 
combatting pollution in cases of emergency, including undertaking of 
overview studies on oil pollution, the preparation of draft legal ins­
truments for emergency co-operation and the organization of seminars 
and workshops for the development of regional oil spill contingency 
plans. Among the Regional Sea Programmes which IMO has offered Regio- 
nal Technical Assistance are :
(i) Regional Oil Combatting Centre for Mediterranean Sea, 
Malta. This centre has been operated since 1976 by IMO 
with support of UNEP. It was established as part of the 
drive to clean-up the Mediterranean and develop contin­
gency plans for combatting oil pollution and assist Me­
diterranean countries in the event of oil spill, parti­
cularly from tankers.
(ii) Marine Emergency Mutual Aid Centre. This is part of the 
Kuwait Action Plan and the centre has been recommended 
for establishment in Bahrain for purpose of information 
exchange, technological co-operation and training and 
possible future extension of responsibilities to ini­
tiate operations on marine pollution problems.
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(iii) Development of Contingency Plans for smaller Islands
of the Caribbean Region. The project is jointly under­
taken by IMO, UNEP, Organization of American States 
and with assistance from TIN Agency for International 
Development. The project aims to develop a Caribbean Oil 
Spill Program..
(iv) Survey of Oil Pollution of the West African Coast with 
Particular Emphasis on Pollution from Shipping Acti­
vities. The project is designed to assist government of
•«
the sub-region in identifying priority action for the 
control of oil pollution as part of UNEP's Action Plan 
for West Africa. It provides an overview study of the 
present state of marine pollution by oil in the area, 
with particular emphasis on maritime activities.
The East Africa sub-region states have considerable length 
of coastline including some states which are islands in the Indian 0- 
cean. The coastal length is as shown below :
Country Coastal Length
Comoros (island) 550 km
Kenya 500 km
Madagascar (island) 4000 km
Mozambique 2500 km
Seychelles (islands) 600 km
Somalia 5000 km
Tanzania 750 km
a
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The East African coast is a major crude oil transport arte­
ry and an estimated 450 million tons of oil every year goes from the 
Middle East throu^ East African coast, around Cape Horn to the major 
consumers in Europe and America; and in addition 22 million tons are 
imported into East and Southern Africa. The risk of oil spill at sea 
in this area is high and even in the Mozambique Channel because of traf­
fic routing through the channel.
Besides the danger of oil spills from tanker accident^  ^the 
sub-region, in the current years has been very much involved in offsho­
re exploration activities along the Continental Shelf; and this has led 
to discoveries of gas and oil reverses with their potentials yet to be 
established. Offshore oil and gas drilling and production operations 
have contributed relatively small amount of oil to total marine input, 
except in the case of catastrophic accidents. Oil pumped from submarine 
reservoirs contains water which must be separated from the oil before 
the oil can be transported to land. The amoimt of this water termed 
"production water" is generally small during the initial life of the 
oil field but increases progressively as the field is depleted and wa­
ter invades the rock .formation of the natural reservoirs. Separated 
water contains small droplets of oil because not all of this oil can be 
recovered during separation and consequently some is discharged into 
the sea. The real impact of offshore platforms is not the losses from 
normal operations but the losses from catastrophic accidents. Well blow­
outs, structural failure of the platform, failure of equipment and col­
lisions h^e all resulted in major oil spills on several occasions.
In East Africa sub-region, a Protocol concerning Co-opera­
tion in Combatting Pollution in Cases of Emergency is under considera-
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tic5n by the assistance of UNEP and IMO. In addition to that, between 
February 1981 and December 1985 one national seminar in Tanzania and 
two regional seminars in Kenya on Pollution Prevention, Control and 
Response were held in the sub-region. Still the sub-region can benefit 
more from the TJHEP Regional Sea Programme provided the countries of the 
area show keen interest in co-operation in the development of sub-re­
gion maritime pollution response programme. Steps to be followed are :
a) To request from UNEP and IMO for an overview study on ma­
rine pollution arising from shipping and offshore "Explo­
ration activities including a survey on maritime traffic, 
assessment of the source and state of oil pollution, iden­
tification of sensitive areas, collection of information 
on stockpiling of equipment, etc,
b) To develop and adopt Protocol to Regional Conventions or 
other Regional Agreements concerning co-operation in com­
batting pollution in cases of emergency,
c) To establish and operate a sub-regional pollution combat­
ting centre, to organize workshops and government expert 
meetings leading to the development of regional and sub­
regional contingency plans,
d) To organize seminar and training courses, to provide advi­
sory services and fellowships.
However with withering resources in the UNEP pot, it is not 
likely that there will be much support from international funds to ac­
celerate these sub-regional prograimmes, therefore developing countries 
should and must start mobilizing their resources jointly which someti-
mes have acted as incentive in attracting assistance.
The needs for marine research can only be satisfied by pro­
viding the major three inputs, that is, sufficient perpetual funds, 
equipments and skilled team of research personnel. No doubt, it would 
not be easy for an individual country in the sub-region to set-up a 
marine research organization of a reasonable magnitude, bearing in 
mind the costs of inputs needed for such a task, hence a sub—regional 
undertaking will be a much far rational approach in establishing gnd 
conducting marine research. In order to recruit , train and maintain 
required skilled personnel, higher wages are nedessary; modem equip­
ments must be acquired to meet the needs of the researches and since 
most research organizations are not by themselves revenue generators, 
continuous funds must be avaible. Pooling of resources by the states 
of the sub-region together with international assistance in the form 
of exchange of information, equipments, experts analytical techniques 
and funding will give better results than other alternatives.
CONCLUSION
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Sub-regional maritime co-operation in East Africa should 
be given a considerable importance for the purpose of improving the 
economy of the area and the protection of the environment.
Shippers of East African sub-region have not actively be 
engaged in decisions connected to pricing of their transport services. 
Governments should take the initiative of organizing shippers into ship- 
pers' co-uncils, through which, collectively they can defend their inte­
rests, and also stimulate fair and competitive transport service for all 
modes of transport. For shippers to know what their rights are, govern­
ments should educate them on current development in shipping and trans»» 
portation in general through national seminars and workshops. In addi­
tion to that, the governments should be party to international conven­
tions and rules in'order to be able to incorporate international rules 
and laws into national legislations which can then be used to protect 
shippers rights, duties and interests. The conventions will include 
United Nations Code of Conduct for Liner Conference, Hague Visby Rules, 
Multimodal Transport Convention, York-Antwerp Rules, Hamburg Rules,etc.
At sub-regional level ISCOS which has been active in protec­
ting shippers' interests, should be expanded to cover all member states 
of PTA and also the scope of its activities so that it can serve a 
Transport and Shipping Research Institution for the sub-region.
Establishment of sub-regional shipping company in a form of
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multimodal joint venture should be encouraged despite of failure of the 
Eastern Africa National Shipping Line, Experience from the defunct joint 
venture could be used in a positive way for future co-operation in Ship­
ping, Co-ordinatioB of coastal shipping service will also promote inter­
trade among the state of the sub-region.
Competing Investments at different ports in sub»region each 
deciding for itself without due consideration to what other ports in the 
same sub—region are doing could only lead to over investment and waste 
of resources. If the reduction of freight costs obtained as a rSsult 
of investment in ports by developing countries would not be at least 
equal to the marginal productivity of capital invested this would mean 
that benefit from the sacrifice of the relevant resources goes to the 
carriers and this is nothing except the transfer of resources from the 
poor countries to the rich ones.
In personnel training for port operations a sub-regional 
training institute should be established and financed collectively,Such 
an institute can be useful for the training dock-worker supervisors, 
specialized equipment operators, administrative persomnel, and in ad­
dition the institute can be a centre for sub-regional seminars, work­
shops and a co-ordinating centre with international organizations.
The Bandari college and Mombasa, Kenya, which has the basic 
facilities at the moment, can be expanded to save a sub-regional port 
training centre, Throu^ a common training centre facilitation of har­
monized port planning and development can easily achieved.
Port users should be given a chance to discuss with port o- 
perators on matters of mutual interests, throu^ port advisory council. 
These coxmcils should be established in all major ports, for the pur­
pose of co-ordinating port users and port operators on services ren­
dered by the ports including documentation procedures, customs proce­
dures and tariffs.
Port planning and development must be linked with the deve­
lopment of inland transport network of the countries which are the users 
of the ports. Therefore a co-ordinated transport network planning invol­
ving coastal stated and landlocked countries is essential for port per­
formance, The co-ordination should not only cover road and railway net­
works but also the inland water transport through the major three lakes 
of Africa i.e. Lake Victoria, Tanganyka and Nyasa/Malawi, Experience by 
the coastal states in sea transport and its facilities can be useful when 
developing inland water transport system.
Ports of the subTregion should look into the possibility of 
common acquisition of specialized and expensive equipments which are not 
used in the day to day port activities.including those needed for clea­
ning-up oil spillages, salvage operations, dredging and extra-ordinary 
heavy wei^t handling.
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